





fatigue in maintenance. However, the FAA

has made significant strides to help industry

to address fatigue. Many of the fatigue-relat-

ed safety interventions have been reported

in Aircraft Maintenance Technology magazine.

All of the FAA maintenance fatigue safety

interventions can be found at the FAA web

site www.mxfatigue.com. (Such interventions

include:

» A two-hour web-based fatigue awareness
course;

* An award-winning 20-minute video
(Grounded);

* A real-time fatigue assessment tool;

* A process and software to show the value
of fatigue interventions; and

¢ Multiple plain-language reports and quar-
terly newsletters about fatigue, and more.
Aviation safety inspectors from the

FA A Safety Team; scientists from the Civil

Aerospace Medical Institute; and others have

spoken at industry forums, delivering practi-

cal facts about fatigue in maintenance. FAA

leadership with return-on-investment tools

has helped to show that there is financial and

safety payback in managing maintenance

fatigue.

But what would a rule say?

The best way to predict what a mainte-
nance fatigue regulation would look like is to
consider the new FAA fatigue rules for pilots
and the proposed European Aviation Safety
Agency (EASA) rules for maintenance orga-
nizations. Both are the result of hundreds
of suggestions made by the International
Civil Aviation Organization (ICAQ), other
national aviation authorities, fatigue experts,
aviation alphabet groups, organized labor,
pilots, mechanics, and others. This is the
information that FAA would review to issue
a Notice for Proposed Rule Making (NPRM)
on human fatigue in maintenance.

FAA flight and duty limitations and
rest requirements (14 CFR Part 117)
Part 117 is written for flight crew members
operating under Part 121 certificate holders
(mostly the scheduled carriers). It is clearly
a fatigue rule that mentions fatigue risk
management. As you will see, in the EASA
section below, the EASA rule is a safety man-
agement rule that mentions fatigue. The end
result is the same. Part 117 requires that each
flight crew member assigned to a flight duty
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period (FDP) to be fit for duty prior to com-
mencing a flight. Section 117.3 defines “fit for
duty” as being physiologically and mentally
prepared and capable of performing assigned
duties at the highest degree of safety. A
worker must attest to the fitness for duty, in
writing, at the start of a shift. This fatigue-
centered “fit for duty” definition would cer-
tainly apply to a maintenance regulation. The
regulation also makes the fitness for duty a
responsibility of the worker as well as the
company. That means that companies must
operate on a schedule that ensures that each
worker is scheduled with sufficient time for
adequate rest. Generally such rest must be
in the neighborhood of eight plus hours of
uninterrupted rest. Eating, family and social
activity, and commuting are not counted as
uninterrupted rest.

Part 117 discusses “dead heading,” as a
time when the employee is transported from
one location to another to perform work.

|
Part 117 says that if you operate
outside the prescribed times

then you must have a fatigue risk
management system (FRMS) that
offers an “equivalent level of safety.”
0

The rule says that dead heading time is duty
time. It cannot be counted as rest or sleep.
This section of the rule could have impact on
mechanics that travel with the aircraft and
then commence work while the flight crews
head to the hotel for sleep. A maintenance
fatigue regulation would likely impact this
practice,

The FAA rule is quite explicit about duty
times. With a variety of variables like time of
operation, number of pilots, acclimation to
time zones the rule offers a number of very
specific duty times and rest requirements.
However, the reasonable rule says that if you
operate outside the prescribed times then you
must have a fatigue risk management system
(FRMS) that offers an “equivalent level of
safety” to the prescribed times. The FRMS
must include (paraphrased):

* A FRM policy;
* A fatigue training program (required by
all operators in all cases);
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A fatigue reporting system; agement of fatigue related risk hours are exceeded then a written
A system to monitor flightcrew  and define fatigue procedures. plan for fatigue risk management
fatigue; (2) Define and use a work should include:
* Anincident reporting process; schedule scheme with maximum (1) Additional supervision and
and work hours and minimum rest independent inspection;
s A performance evaluation. hours limitations (Refer to EU (2) Limitation of task to non-
Let’s be clear. FAA Part 117 Directive 2003/88/EC). Define the  safety critical;
says that you strictly follow the necessary risk assessment process (3) Use of additional rest
prescribed duty times or create a when the hours are exceeded. breaks; and
fatigue management system that (3) Ensure reporting systems to (4) Permission to nap in accor-
ensures the equivalent level of identify fatigue-related hazards. dance with established guidelines.
safety. That stipulation is also true (4) Assess, manage, and moni- The proposed EASA rule com-
of the proposed EASA rule for tor effectiveness or fatigue risk ment period is closed and EASA
mechanics. management plan as with other is preparing responses to com-
SMS initiatives. ments, likely out late summer-
EASA proposed SMS (5) Provide training on the early fall. One might expect some
regulations require fatigue management of fatigue. push back on the reference to
risk management the European Union Work
In the May 2013 issue [EI— - Directive, especially from
of Aircraft Matntenance EASA: If hours are exceeded non-EU holders of the EASA
Technology magazine, this . : Part 145 certificate. Whether
author talked about an then a written plan for fatigue that reference remains in the
EASA Notice for Proposed risk management should final rule is immaterial for
Amendment (NPA). The include: additional supervision at least two reasons. First,
EASA document is titled: . - —_— one of the clauses in the EU
“Embodiment of Safety and mf’?pendent inspection; use Directive is something like:
Management System of additional rest breaks; and “You don't have to follow
(SMS) requirements into permission to nap in accordance the rule if the worker and
Commuission Regulation . . . . the company agrees, as lon
(EC) No 2042/2003 —— Dart. with established guidelines. as you ;Eitigatéj the risk”
14. Unlike FAA's Part 117, I E———————— Pegardless of that language
the rule (GM1 145.A.47(b)) in the EU Directive, the lan-
is not a fatigue rule but an SMS The EASA proposed AMC 2 guage of the EASA rule makes a
rule that addresses risk associated 145.A 47(b) provides additional similar caveat on the Directive.
with maintenance fatigue. The detail saying that the policy and If one does not want to create an
proposed EASA rule is quite rel- other documentation should be elaborate plan for extended hours
evant since more than 1,200 repair ~ included in the following para- then they can merely follow the
stations in the United States hold phrased details: directive, included in the AMC.
EASA 145 certificates. (@) Duty time schedule should The bottom line on the pro-
EASA provides guidelines in address: posed EASA FRM regulations
the form of Acceptable Means of (1) Maximum scheduled hours/ and the new FAA Part 117 is that
Compliance (AMC). The AMC is day; the rules are reasonable. They
somewhat comparable to a U.S. (2) Maximum allowed hours make sense for safety and for
Advisory Circular. It is the best with overtime; efficient aviation business. They
place to understand what EASA (3) Maximum hours/month; are likely representative of the
expects in order to comply with (4 Minimum rests between kind of maintenance fatigue rules
the rule. shifts (based on shift length); that could emerge from FAA
Here are a few selected para- (5) Minimum rest hours per sometime in the future. The reg-
phrases from AMC 1 145.A 47(b): week. ulations help ensure that workers
(@) Tn order to manage fatigue All of the above must consider are adequately rested and fit for
related risk of personnel, as an the time of shift: duty. Again, that ensures worker
aviation hazard, the organization (b) Hour limits should not be safety, reduction in error when
should: extended for management conve- the aircraft is on the ground, and
(1) Maintain a policy for man- nience even if worker agrees. 1f continuing flight safety. amr
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